Abstract: Airport accessibility is an important criterion for airport choice and therefore also for an airport competition. When users choose an itinerary, they think about the transport chain from an origin to a destination. Therefore, the variables having an impact on their decision for a given alternative go beyond the price and quality of air services from one airport to another. The decision for or against a given air service and a given airport is to a certain extent dependent on the accessibility of the airport.
INTRODUCTION
Until almost two decades ago, the choice of an airport was relatively easy for travellers. Indeed, usually only one airport provided flights to a given destination [1] . Nowadays, on the other hand, users can choose between several airports when arranging a trip. Regional airports have grown very fast over the last decade(s) and are now providing flights to many destinations. The motivation of this trend lies in the rise of low-cost airlines that have concentrated their business in these airports.
Several airports in Europe are approaching their capacity limits (i.e. physical limitations in terms of runway; handling capacity; environmental limitations in terms of noise, gases or particles). In this context, policy makers can face this situation in several ways, for example it is possible to reduce the demand for air transport (e.g. by promoting the use of alternative transport modes), but also stimulate the effective use of the existing capacity. Moreover the expansion of the physical capacities of the airport represents an opportunity when possible, through the building of new runways and/or terminals. However, the last option is a major investment and the space is not always available. Alternatives might include building a new airport in an another location and attracting more traffic to existing airports in the neighborhood (either by attracting airlines to these airports, by collaboration between the airports, or by out placing flights to these other airports [1] .
Making alternative airports more accessible, through extra roads, better public transport, and new high-speed rail connections, reprisents a real challenge and this is the focus of this manuscript.
Indeed, increasing the accessibility is another important issue from a policy point of view. Most airports are located close to large cities or metropolitan areas [2 -4] . As a result of the increase in traffic, congestion is becoming a major issue and hence, the accessibility (and the competitive position) to the airport. Improving the accessibility of the airport The airport is made up of two parts, i.e. the landside and the airside. The airside includes the equipment and services used for the aircraft handling: runways, connecting bridges (taxiways) and parking areas and the air traffic control system. The airport has a runway 1, 654m long with a capacity of 4 movements/h and a parking area. On the other hand, the landside includes all the facilities and services associated with passengers, e.g. departing and arriving terminals, the airport access system and parking cars. The passengers terminal is divided in two areas, i.e. east and west, and it has a capacity of 26,000 pass/year.
With reference to the accessibility to the airport, in relation to road connections, the current configuration of the road network allows access mainly through the A2 motorway with the Montecorvino Pugliano-Pontecagnano South junction, and to a lesser extent using the national road n. 18 and the Provincial Roads SP175 and Aversana SP417 (Fig.  3) . Fig. (3) . Connecting road.
Source: Authors 'elaborations
Source: Authors 'elaborations As for the rail network, the municipality is crossed, in the North -South corridor, by the Salerno -Reggio Calabria line of the Rete Ferroviaria Italiana with the Pontecagnano station serving the municipality itself and the Montecorvino station which is about 2 km far from the airport.
With reference to the Master Plan for the airport of Salerno, the forecast of passengers up to 2035 is reported in Table (1). The evolution of the traffic flow is on the basis of the sizing of the various facilities envisaged in the short, medium and long-term scenarios.
It has an impact on the runway length; the surface of the aircraft parking areas and the capacity of the passengers' terminal.
Some interventions are in the pipeline: A new airside system with the extension of the runway to 2,200m; the extension of the terminal with reference to the passenger terminal and to the buildings supporting the operations of the airport; the reconfiguration of the forecourt area; the redevelopment and planning of all access roads to the airport and the metro-airport connections; the construction of the Salerno metro stop (named Salerno Costa d'Amalfi airport).
THE METHODOLOGY
Transportation planning has historically followed the rational planning framework, based on the goals and objectives definition, the problems' identification, the alternative generation, and the alternative evaluation [6] .
A decision process in transportation planning is made up of different macro-activities (Fig. 4) . At the right side of the figure, the decision process is reported, while at the left side, the phases of analysis and modeling functional to these activities are shown. In the phase of objectives and constraints identification, the objectives of the decision-maker and the relevant constraints for the project are defined. In the phase of analysis of the present situation, data on the transportation and activity systems are collected. This phase is also linked to the building of a mathematical model of the present system, since it provides the input data for the models (transport supply, transport demand, land-use). From these models, estimates of system performance indicators such as flows, saturation levels, generalized transport costs by Origin-Destination zones of the city can be obtained as a measure of the effects of the interventions on sustainability. The formulation of system projects follows. Assessment and evaluation of alternative projects require the simulation of the relevant impacts of their realization.
After the project implementation, forecasted and actual effects can be compared, the occurrence of unexpected developments and new problems can be observed together with the evaluation of social consent and/or dissent. The monitoring of the project is the checking of the main "state variables" of the transportation system and the use of them can identify new problems and the a posteriori evaluation of project impacts.
The effects of any transport intervention can be modelled in terms of the effects relevant for some of the actors involved. Thus the definition of the relevant impacts is the main indicator of the approach followed and the breadth of the evaluation activity. The spectrum of the effects considered has widened with the passing of time in concert with improvements in modeling and simulation and with the expansion and classification of the different and often contrasting objectives and goals of actors and decision-makers.
Impact indicators are typically computed for a subset of simulation or reference periods and then extrapolated to larger time periods. Many impacts can be simulated by using the models as shown in Fig. (5) . The estimation of these impacts requires the simulation of the system in the Project (P) and Non-Project (NP) states and the calculation of variations between the variables measuring quantifiable impacts. After the study area definition described in the previous section; the transport demand estimate has been computed. Then the transportation supply network has been modelled together with the network assignment. Finally some performance indicators have been computed in order to test the different scenarios.
Concerning the transport demand, the Origin-Destination (O-D) matrix has been elaborated. The supply model is made up of the following steps, i.e. the study area definition, the zoning; the graph construction and the identification of the cost functions.
The demand/supply interaction model has allowed the computation of the flows on the network links and the performance of the system in terms of congestion, travel time, accessibility, etc.
In order to evaluate the performance of the network, some indicators have been identified, i.e.:
Performance indicators [7, 8] Scenario 2 (long-term) with reference to the year 2035. The following interventions have been considered (Fig. 7):   Fig. (7) . Scenario 2 the construction of the road link designed between the junction Montecorvino -Pontecagnano South and the airport of Salerno; the renewal of the road connecting the Aversana and the Litoranea roads; the runway partially extended; the opening of the Salerno metro stop: Airport, 100m far from the passenger terminal.
Scenario 3 (long-term) referred to the year 2034. The maximum development of the airport of Salerno is considered, taking into account (Fig. 8): Fig. (8) . Scenario 3 the runway extension to 2,200m; the construction of the road link designed between the junction Montecorvino -Pontecagnano South and the airport of Salerno; the renewal of the road connecting the Aversana and the Litoranea roads; the opening of the Salerno metro stop: Airport, 100m far from the passenger terminal.
The graph is reported in Fig. (9) .
The total demand is composed of an O/D matrix, already available for the whole study area, which has been extended with reference to the airport traffic flows forecasted in the project scenarios. Considering also the seasonality of the Salerno-Costa d'Amalfi airport, reference was made to peak hours in the morning and evening during the summer season.
Through the comparison with the modal split of the closer Capodichino airport, passengers were divided for the means of transport used to access and exit the airport area and the equivalent entry and exit vehicles were calculated using the conversion factors. On the basis of the data processed, therefore, the following equivalent vehicles (arriving and departing) were forecasted in the three scenarios considered in an hour (Tables 2, 3 and 4) . supply interaction and allow calculating the user flows and the performance of each element of the supply system.
This simulation was carried out using the T-model macro-simulation software. In Scenario1, (medium term), the results of the macro-simulation can be viewed in Fig. (10) where the level of congestion is reported as well. The results of the simulation in relation to Scenario 2 (long-term) with reference to the year 2035 are reported in Fig. (11) . With reference to Scenario 3, relative to the maximum development of the airport, from the results reported in Fig.  (12) , it can be deduced that the proposed road is able to redistribute the flows allowing the system to work. In order to complete the transport analysis, some performance indicators have been introduced. The comparison has been made on the basis of the road typology: motorway and urban roads reported in Table (5) . 
CONCLUSIONS
The accessibility to an infrastructure is a topic of debate at the international level and when the infrastructure is an airport the interest in increasing its access becomes even more important considering the impacts it can have at the regional level. The main conclusion of the proposed analysis carried out for the Salerno-Costa d'Amalfi airport is that the realization of the interventions will ensure: alternative paths for reaching the airport area, bringing significant benefits both to the direct flows to the airport and to those using the ordinary road network. Moreover, they will ensure a high level of service and a decrease in the vehicle density. The main consequence will be that the road network will be less congested and that the level of pollution will consequently decrease, even though this aspect has not been treated in the manuscript. Moreover, the functional organization of the forecourt area will ensure a satisfactory level for users arriving and departing from the airport itself.
Further research will investigate the impacts that the airport has on regional accessibility and on social development, comparing the airport use and the opinions of the residents. Moreover, an analysis of the impacts on the environment will be developed as well.
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